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PEOPLE 
ON THE | 1, PREFACE 


This is the second in the C-series of reports on riding 
patterns on GO Transit. These reports set out to record 
and analyze the riding patterns that have occurred dur- 
ing the past quarter, making reference also to earlier 
months in order to define emerging trends. The basic 
data is derived from ticket records supplied by the 
Canadian National Railways, and reference is also made 
to special research projects, such as previous on-train 
and household surveys, when it is felt that these can 
assist in explaining the observed variations in riding 


patterns... 


Each report in this series will contain a basic section 
recording the recent riding patterns for weekday riders 
(both peak and off-peak) and. passengers on Saturdays 
and Sundays. The format of these reports will not be 
rigid, however, and many of the contents will vary from 
quarter to quarter as new trends are seen to emerge, or 


new external factors are identified. 


2. RESPONSE PATTERNS & TRENDS 


2.1 Introduction 


The data used in this section is derived from ticket 
records supplied to GO Transit by the Canadian National 
Railways. A full breakdown of the data is executed for 
WedndwGa ws only as the volume of tickets involved would 
make a complete daily breakdown a task out of proportion 
to the additional information received (see Report Cl 
for a comparison between Wednesdays and other weekdays). 
Many of the charts that follow are based on the average 
Wednesday carryings to form comparisons and trends from 


month to month. 


Reference is often made in this report to "total exits" 
or "exiting". These simply refer to the number of 
people leaving a train at a particular station. Clearly 
the total number of exits at all stations in any one 

day is equal to the total number of trips that were 


made on GO Transit that day. 


The months of January, February and March experienced 
the varied weather typical of this period of the year. 
These changing climatic conditions were strongly re- 
flected in the daily pattern of GO Transit patronage 
and the weather was by far the most dominant external 
factor during the quarter. The effects of the weather 
are discussed in detail in Part 3 and other relevant 


Sections oL Part 2. 


One week in March was the schools' winter holiday and 
weekday carryings during this period (from March 18 

to March 22) were very much higher than for the other 
weekdays in March. In order to retain comparability 
with other months, and to present a realistic contin- 
uation of recent trends, this week has been excluded 


from many of the tables in this report. 


2.2 Monday to Friday weekly trend 


Figure 1 shows the average weekday exits for each week 


since the start of service on May 23, 1967 to March 1968. 
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FIGURE 1 : The weekday rtdtng pattern established since 
the “stare of-~the-servtcee, 


The figure reveals that during the first three months 
of 1968 the pattern of riding in the western and eastern 


corridors were very similar. 


The number of riders exiting at stations in the western 
corridor was around 7% fewer than those exiting in the 
eastern corridor during January. This percentage in- 
creased to 8% and 9% for February and March respectively, 
suggesting that patronage in the western corridor was 


decreaSing relative to that in the east. 


Exits at Union Station represented just under half of all 
exits (47% to 48%) reflecting the predominance of two- 
way suburban station to Union Station trips. The pat- 
tern of riding for Union Station was similar to that for 
the suburban corridors. This was expected as most of 

the people exiting at Union would also exit (on their 


return trip) at a suburban station. 


There were two weeks during the three month period when 
the weekday average showed a marked increase. These were 
the third week in January -- when a severe snow and ice 
storm affected the Toronto region -- and the third week 
in March, which was a school holiday. The last week in 
February experienced a noticeable drop in patronage due 
to the very cold weather experienced throughout that week. 


The influence of the weather is discussed further on 


Figure 2 shows the overall trend in weekday riding that 
has occurred since the early days of the service. The 
smooth curve has been obtained by taking a five week 
moving average of weekday exits. This technique reduces 
the effect of week by week fluctuations and presents a 


more stable trend. (The school holiday week during March 


was excluded from the dade) 5 


5 week moving average 


Exits (thousands) 


June | July | Aug | Sept | Oct | Nov | Dec | Jan | Feb | Mar | 


FIGURE 2 : Overall smoothed weekday trend stnce the be- 
ginning of the GO Transtt service. 

Average weekday riding increased each month from the 
Start of the service until the end of January. The rate 
of growth each month continually decreased over this per- 


iod, as the table below shows: 


Monthly average ae ee 


Sept. Oct. Nov. Mar. 


es 12,800 | 14,000 000115, 200]15,800|16,300 | 16, 000]16,100 | 


These figures show that, after eight months of continuous 


oO . 

/ increase 
over previous 
month 


growth, weekday riding tended to level off during Feb- 
ruary and March. Figure 2 bears this out: the curve 
shows that: patronage remained virtually constant at 
around 16,000 trips per weekday during February and March. 
Possible explanations for these riding trends are pre- 
sented in the next section, in which the peak and off- 


peak components of weekdays are examined separately. 


2.3 Trends in peak & off-peak riding 


For ease of analysis, peak passengers are defined as 
those riding inbound towards Toronto Union Station from 
both the eastern and western corridors during the 6:00 
a.m. to 9:00 a.m. period and those riding outbound in 
the evening between the hours of 4:00 p.m. and 7:00 p.m. 
All other riders are considered as travelling in the 


off-peak. 


The results of an on-train survey conducted on November 
1, 1967 showed that the characteristics of riding in 
peak and off-peak periods were very different and re- 
vealed that the purposes for which people took trips on 
GO Transit varied according to the time of day they 


were travelling. 


Purpose of trip Peak riders —-Off-peak riders 


Shopping 


School / University 


Entertainment 


+ 
Personal services 4 


The way that total riding has been split between peak 
and off-peak riders can be seen from Figure 3, which 


also breaks down riding by direction and’ time of day. 


9:00am 
to 4:00 pm 


% of all weekday riders 


before 


9:00am 


Oct Nov Dec Jan Feb Mar O N D J F M 
inbound to outbound from 
re Toronto Ee Toronto 


FIGURE 3 : The dtstrtbution of weekday riders by time of 


day and dtrectton of travel. 


As was noted in report Cl, off-peak riding during Dec- 
ember was very high due to the importance of this period 
for shopping and the increased use of GO Transit to 
reach the downtown area for Seasonal activities. In 
January, these factors were no longer relevant and off- 
peak riding fell to the level of importance it had pre- 


viously experienced in October 1967. 


The severe weather experienced at intervals during 
January was seen to boost peak riding but off-peak 
riding appeared to remain static. Some theories on 
this are suggested in section 3.2. During February 


and March, however, riding in the midday and evening 


off - peak periods increased Slightly, possibly due to 


a tendency for discretionary trips to increase as the 


winter proceeds. 


The actual peak and off-peak Carryings are analyzed 


Separately below. 


Peak trips : the pattern of peak trips over the last 
Six months can be gauged from figure 4, which is based 
on the Wednesday average for each 
month. Peak trips increased be- 
tween October and January, except 
for December which showed a slight 
drop from November. This drop was 
mainly due to the last Wednesday 


in the month, when peak carryings 


were uncharacteristically low; if 


CL is day were excluded, the average 
Oct Nov Dec Jan Feb Mar th z J 4 


for December would have been sli- 
FIGURE 4 : Peak trips. 


ghtly higher than for November. 


The high peak carryings that were experienced during 
January were due mainly to the extreme weather conditions 
in that month. February was a comparatively mild month 
and carryings consequently dropped off to a level which 


was maintained through March. 
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Figure 5 shows the peak carryings for each Wednesday: 
the curve has been obtained by taking a five week mov- 
ing average which tends to smooth out the effects of 


week-by-week fluctuations. The seasonal trend line 


Seasonal trend 
(see text) 
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FIGURE 5 : GO Transtt peak riding ts compared wtth a 
trend derived from carryings on the former CNR service. 


which has been superimposed on the graph was derived 

from data relating to carryings on the CNR service which 
operated between Hamilton and Toronto prior to the intro- 
duction of GO Transit. This consisted of two trains to 
Toronto in the morning and two back to Hamilton in the 
late afternoon and was therefore essentially a peak hour 
service. The actual carryings on this service were, of 
course, very much lower than those recently experienced 
by GO Transit, and the trend has accordingly been scaled 
SO aS to be comparable with the average level of GO 


riding over the six month period. 


1] 


GO Transit riding was well below the trend line during 
October and November, reflecting the fact that the GO 
Service had only been in operation since the previous 
May, and was still experiencing an initial growth 
tendency whereas the trend line was derived from a long- 
established service. In spite of this it would seem 
that GO Transit peak riding is following the previously 
established seasonal pattern of increase from early 

fall until winter, followed by a subsequent decrease 


through spring and levelling off during the summer. 


Off-peak trips: Figure 6 shows the monthly variation 
of off-peak riding during the per- 
iod under review. The fall-off 


that occurred during January was 


due to off-peak riding returning 
to a more stable level after the 


aforementioned November and Dec- 


ember boosts. This level was main- 


Oct Nov Dec Jan Feb Mar tained during February and increased 


FIG 6: Off-peak trips slightly during March, due wholly 


to an increase in riding from the eastern corridor stations. 


From the evidence so far accumulated, it seems as though 
off-peak riding tends to remain reasonably static in the 
absence of any large external factors. The high percentage 
of shopping, social and entertainment trips suggests that 


many off-peak trips are discretionary in the sense that 
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their timing and frequency are flexible. There is, 
therefore, no constant incentive for discretionary 
riders to use GO Transit as there is, say, for people 
commuting to their jobs, ahd it 1S ,Only when there are 
significant external factors in operation that a con- 


centration of such trips occurs. 


2.4 Saturday, Sunday & holiday riding 


Saturdays : the variation of carryings on Saturdays 


over the period under review can be gauged from figure 7. 
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FIGURE 7 : Saturday trtps. 


Saturday riding predictably fell after Christmas to 
around the level that had been observed during October 
before the seasonal boost came into effect. Riding 
on Saturdays during January, February and March fluctu- 
ated between 5,000 and 6,000 with March showing the 


highest average for the quarter. 


As can be seen from the inset, the monthly average Sat- 
urday carryings have followed a pattern which is 


Similar to that observed for (Wed- 


oti te nesday average) off-peak riding. 


(The December Saturday average 
was reduced appreciably by the 


effect of the fifth Saturday, 


December 30. The broken line 
shows the average for this month based on just the 
first four Saturdays). This similarity is no doubt 
due to the high discretionary component of both Sat- 
urday trips, and weekday off-peak trips. Both are 
subject in different measures to influence by the same 


factors and this has been reflected in the response. 


Sundays : After falling-off sharply at the end of Dec- 
ember and the beginning of January, Sunday riding re- 
covered to the level previously experienced in Nov- 
ember and fluctuated between 2,500 and 3,000 during 


February and March. The average for March was 2,900, 


the highest Sunday average so far experienced. 
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FIGURE 8 : Sunday riding. 
PE ee 
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As the inset shows, there is the 


Average Sunday Riding 


suggestion of a slight upward 
tendency for Sunday riding, but 
it is too early to be sure wheth- 


er this is a trend which is’ like- 


Ly to. continue’. 


Holidays : the only holiday that was contained within 
the review period was New Years, January 1, when the 
system carried 2,500 people -- the second lowest car- 
ryings experienced for holidays. (The lowest was on 


Christmas Day, when 2,230 people rode the GO trains). 
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2.5 Central & non — central trips 

Central trips are defined as those whose origin or 
destination is Union Station. These constitute around 
95% of weekday trips. The remaining 5% are non-central, 
or trips taken between suburban stations. Figure 9 
below shows the variation of non-central trips by 

month (based on average Wednesdays) both in terms of 
number of riders, and also expressed as a percentage 

of all riders. Although increasing in terms of actual 
riders, non-central trips as 
a- percentage of all trips de- 


Non central trips 


creased during November and 
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December, due to the large sea- 
600 
apes eae Oct Nov Dec Jan Feb Mar S 
sonal emphasis on the downtown 


trips as % 
of all trips 45 43 42 43 44 48 


area boosting central trips. 


FIG 9: Non-central trips. Since December, non-central 


trips have steadily increased in relation to all trips. 


Although fewer in number, non-central trips at weekends 
accounted for a higher proportion of total trips than 
for weekdays. During the January to March quarter, the 
percentage of non-central trips averaged around 8% of 
all trips on Saturdays and 18% on Sundays. The high 
proportion of non-central trips on Sundays was prob- 
ably due to the significance of this day for social vis- 


its, with their associated suburban emphasis. 
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About three-quarters of all non-central weekday trips 
were taken during the morning and evening peak periods, 
suggesting that many of these trips were taken by people 
commuting to work. Figure 10 shows the number of non- 
central riders who exited at each suburban station on 
the average Wednesday in March. Pickering, Danforth and 
Mimico showed the lar- 
gest number of exits: 
Danforth has a conven- 
ient subway link with 


midtown, Mimico has 


(average Wednesday in March 1968) 
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FIGURE 10 : Non-central exits. Pickering, being the 


eastern terminus, helps serve such communities as Ajax, 


Whitby and Oshawa. 


With regard to the large portion of GO Transit trips -- 
those originating or terminating at Toronto Union Station 
-- most of these trips during the working week appeared 

to be two-way or return trips, as exits at Union accounted 
for nearly half of all Union trips (exits and entries). 
The suggestion is clearly that most people exiting Union 
Station at some time in the day would also have entered 

at some other time. This equality of entries and exits 
was also observed for Saturdays, while on Sundays there 


tended to be more exits than entries, suggesting one-way 


trips or return trips on different modes. The table bel- 


ow illustrates this: 


People exiting GO trains at Union 


station as % of all central riders 
Mar. 


Jan. Feb. 
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2.6 Patronage trends at individual stations 


Figure 11 shows the average weekday exits at the suburban 


stations for the months of January, February and March. 
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FIGURE 11 : Average number of people exiting at the sub- 
urban stations during January, February and March. 

After the cold weather boost that occurred in January, 
all stations except Danforth experienced decreases in 
patronage during February. Many stations regained 

riders during March, but only Mimico, Danforth, Eglin- 
ton and Rouge Hill experienced a significantly greater 
number of exits in March than in January. (The data 

for the chart excludes the abnormal school holiday week 


in March). 
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The patterns of weekday exiting at Toronto Union Station 
and stations in the eastern and western corridors can be 
compared from figure 12, which shows each set of exits 

indexed to the same scale. The eastern corridor stations 


showed the greatest in- 


=100 


crease during January, and 


oo : 
Gx eastern corridor also the least decrease 
he Union station 


western corridor : 
during February. Through 
March, all groups of 


stations showed an increase 
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but only the eastern cor- 


FIGURE 12 ; Index of exits at | 
Unton Statton and at stattons Yridor stations regained 


within the eastern and western ; 
corrtdore. the patronage level achieved 


during January. 


2.7 Children on GO Transit 


Children under 4ft. 8 ins. -- corresponding to an age of 
around 12 years -- can ride between any two stations on 
the GO Transit system for 25¢, and it is these riders 


who are described in this section. 


The number of children riders varies appreciably from 
month to month, as indeed do the factors which promote 
their motive for taking a trip. In school term, most 
children are educated at a school within reasonable 

proximity of their home and thus have no need to make 


a regular trip which could be taken by GO Transit. 
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However, there were many school trips taken on GO Transit 
and these, comprising large parties of children, accounted 
for almost half the total number of children riding during 
term time. Figure 13 shows this, and also shows that child 
riding fell heavily during 
January, following the large 
boost that predictably oc- 
Sesion curred over the period 

prior to Christmas. However 
riding by children, esp- 
ecially those in parties, 


increased appreciably through 
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} children February and =- to a 


/ in parties 


lesser extent -- March. 
fe) 


All children Nov Dec Jan Feb Mar 
as % of b 2.1 Sa, 21 OMe her 


all riders 


During school holidays, 


children are free to travel 


FIGURE 16 = Children riders ; 
on GO Transit varied appree- With their parents, or in 


tably from month to month. 
groups together. (It is 


unlikely that many children under 12 would be travelling 
alone). Their trips are therefore discretionary and, in 
most cases, lack a common motivation. However, occasion- 
ally there are events which are large attractors of child- 
ren, and then the carryings of children on GO Transit are 
appreciably boosted. This was observed during the schools 
winter holiday week, March 18 to 22 (excluded from figure 
13), when the downtown stores held large child-oriented 
attractions. A total of 1,400 children, representing 7% 


of all riders, used GO Transit on Wednesday, March 20, 
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contrasting sharply wi 
Children on Go Transit 2) ply th previous and 
(Wednesdays) 


3 Subsequent Wednesday carryings (See 
inset). During this week, children 
represented one-quarter of all midday 


off-peak riders. The daily carryings 


over this week were around 3,000 higher than average, 
Suggesting that these children were accompanied by many 


adults and older children. 


At weekends, children are out of school and their parents 
are often free to travel with them. Consequently, it is 
not surprising that the proportion of children riding GO 
trains on Saturdays and Sundays is much higher than during 
the working week. During January, February and March, 
children averaged around 10% of all riders on Saturdays 


and 11% on Sundays, compared with 2% on weekdays. 


EOE 13. PASSENGER RESTRAINTS 


& ATTRACTORS 


date 


3.1. Internal factors 

Shortage of seats: the most significant passenger restraint 
was that imposed by the shortage of seats during the peak 
hours. The number of cars available was inadequate to 
satisfactorily carry the many peak riders and standing 
occurred on several trains to and from the inner subur- 
ban stations during these times of the weekday. Figure 

14 shows how the number of standees varied from Wednes- 


day to Wednesday. 
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FIGURE 14 : Many rtders had to stand on morning and eve- 
ning rush hour tratns in both corridors. 


The high peaks in January occurred during the week of 
a 


severe ice and snow. More people were required to stand 


within the eastern corridor than within the west due to 
the higher peak carryings that were experienced to and 
from the eastern stations. On average, standing oc- 
curred on a total of 14 trains per weekday (four in 
each direction in the morning, and three in each dir- 
ection in the evening) and passengers on these trains 
typically had to stand to and from Long Branch in the 


west and Eglinton in the east. 


The percentage of all weekday riders who were required 
to stand was highest during January, being 16%, but 
dropped to 13% and 14% through February and March re- 


spectively. 


Shortage of parking spaces : another factor which re- 
stricted patrons at some stations was a shortage of 
space in the GO Transit parking lots. This mainly re- 
lated to people driving to the station to catch the 
later morning rush hour trains. As figure 15 shows 
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FIGURE 15 : In spite of strenuous efforts to tncrease 

car parking spaces, the lots at the stattons above could 
not accomodate all the people who wtshed to park at them. 
Acad dat lteter eta AS Sascha alts 


24 


the worst affected lots were Scarborough and Eglinton 
North although there was quite a large amount of unused 
land around the Scarborough station which was utilized 
by late parkers. At Eglinton, there was plenty of spare 
Capacity at the south lot, which has less convenient 
access than the north lot, but some people clearly pre- 
ferred to park on nearby streets rather than use the south 
lLot..), In the western: corridor, Port (Credit north 16 was 


the most heavily utilized. The counts taken in the 


western corridor station lots included only those cars 
parked in excess of marked spaces within the lots them- 
selves and did not include other cars parked in the gen- 
eral vicinity. These counts, therefore, could be 


slightly understated. 


No counts were taken during the week of severe weather in 


January, or the following week. 


Train performance : the reliability of the GO trains 


during the three months under review reflected to some 


Passenger minutes delayed 


extent the two significant snow 


storms that occurred (see inset). 
spa e bicst 


The high peaks in January took 
place during the week of severe 


ice and snow, while the smaller, 


but none-the-less significant, peaks in March reflected 
the less severe snow storm which occurred during the sec- 


ond week. The table below details the number of passen- 


25 


gers delayed each month and other relevant data. 


WESTERN CORRIDOR 


EASTERN’ CORRIDOR 


PASSENGERS 


DELAYED 


PER MONTH 


(THOUSANDS) 


MONTH * 
An OF ALL 
PASSENGERS 

AVERAGE 


DELAY 
PER PASS 
(MINUTES) 


During the five week period recorded in January, nearly 


half of the 29,300 passengers delayed were during the 


week of January 14 to 20. Even taking this into account, 


less than 7% of all passengers were delayed during Jan- 


uary, and it is worth noting that, on Monday, January 


16, when most other forms of transportation were at a 


standstill, GO Transit succeeded in operating 28 out of 


51 trains on time, while 10 trains had to be cancelled. 
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3.2 External factors 


The weather : by far the most dominant external factor 
influencing carryings on GO Transit was the weather 
and it is intended to deal with this aspect in some 
depth. Observation of the variation of riding levels 
with climatic conditions has led to an initial under- 
standing of the relationship between rail carryings 


and the weather. 


Figure 16 shows the weekday carryings during January, 


February and March, and also the mean temperature in 
downtown Toronto. Fridays are identified by heavy dots, 
as this day has emerged as being the day of heaviest 


patronage during the working week. Many of the peaks 


that occurred during the period under review were due 


to this emphasis on Fridays, rather than to other ex- 


ternal factors. 
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FIGURE 16 : Carryings on GO Transit, together wtth the 
mean temperature tn downtown Toronto, are shown for 
each weekday during January, February and March. 


Some of the more eneeaeine weather conditions have 
been identified on figure 16. On occasions A,C,E,F, and 
G, very cold weather was experienced and carryings drop- 
ped accordingly. For the two days in period B, snow fell 
during the first day and made driving hazardous on that 
evening and the next morning. Carryings were boosted as 


a consequence. 


as, 
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Period D comprised the week of January 15 to 19, when the 
most severe weather of the winter of 1968 was experienced 
(shown in black on the inset). 

On Sunday, January 14, freezing 
rain followed by snow blocked many 


roads, brought power lines down 
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and generally disrupted travel ar- 
8 [9 hofiif2hshohi7hishs}22}23424)25}26] 
January ound the Toronto area. On Monday 


many schools were closed and some regular commuters 

were unable to get to their place of work due to blocked 
roads. The GO Transit parking lots were snowbound and 
carryings on that day were far below normal. However, 
the situation was eased somewhat on Tuesday and many 
roads were cleared, although driving was very hazardous. 
The GO Transit parking lots were accessible and carryings 
soared to the highest level recorded since the Canadian 
National Exhibition. Clearly many people who normally 
travelled by car used GO Transit. Patronage remained high 
for the rest of the week, even though the roads were 


reasonably clear by Thursday. 


H identifies Wednesday, March 13, which again illustrates 
the effect of snow on rail carryings. On the previous 
day, snow fell from around 9:00 a.m. and continued through 
the day until nearly one foot deep. Carryings on this 


day were not boosted appreciably as many people were al- 
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ready committed to returning home by the mode of trans- 
portation used that morning. However, on the Wednesday, 
roads were open but driving was unpleasant and as a 

consequence riding on GO Transit was well above the Wed- 
nesday average. On Thursday, road conditions were fair 


and carryings dropped to the normal level for the month. 


Period J was the school winter holiday week and carryings 


were accordingly much higher than usual (see 2.7). 


From the observation thus made, the following general 

conclusions can be drawn: 

ite Conditions that adversely effect other modes 
of transportation, particularly driving, such 
as snow, ice and fog, tend to boost GO Transit 
carryings. 

bie These boosts are generally short-term and carry- 
ings fall again when conditions return to normal. 

3s The timing of the commencement of snow fall affects 
the impact that it has on the individual day. If 
conditions are bad omy in the morning, for inst- 
ance,the car driver may decide to switch to rail 
for his trip. If the severity of conditions does 
not become apparent until later in the day, the 
car driver is already committed to driving home, 
and only very extreme conditions are likely to 


cause him to abandon his vehicle and take to Taiks 
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4, Cold weather without other factors such as snow, 
tends to reduce rail riding. This may be due to 
the waiting required on GO Transit platforms, even 
though heated shelters are provided to accommodate 


most commuters. 


A further point of interest concerned the behaviour of 


off-peak riders. It was noticed that while peak riding 


was noticeably: boosted by certain of the weather conditions 


described above, off-peak riding appeared to remain re- 
latively Static. It seemed unlikely that these riders 
should be so unaffected by the vagaries of the weather 
and a hypothesis presented itself. It has been shown 
that although many off-peak riders are commuting to work, 
Many more are taking trips that are discretionary in the 
sense that they can exercise control over when they take 
the trip, or whether indeed they take it at all. Adverse 
weather conditions are thought to have boosted the car- 
ryings of off-peak commuters, just aS was experienced 

in the predominantly work-trip oriented peak periods. 
However, this appears to have been offset by the probable 
postponement of many of the discretionary trips that 
might otherwise have been taken, and these two opposing 
factors could explain the apparent stability of off-peak 


riding. 


Other factors: no other marked external factors were 
detected during the review period, with the exception 
of the school holiday week, which has already been dis- 


cussed. 


3] 


re 


7 Osc 7 “anAae 
yi 


rs Save’ ie 


4 . 
arabe : ae 5 tele Oa ae ‘s 
ve H ! : 

fils : 


© waite Si ie movie enbe ethers’ a 
wave’ % | 4 A. oe a ve ie ‘eey.) | 
| | | 4 ae 


. ; re fi 4 > r one Koen a ae 
ba ; 
y ) es di joe —_ eormtale (sap - uirh) 

: aU Ts eo 4 
; e a0 2 Oe ate hire Kx petiow?’? (4 Tas 
+ A »! aeratts neay Choy ebay eRe 
. _- ae | 
| Ds sei” ar Vig Meg pial Mal 1 al, 
: 1“. 9 ~~ 
| je : on en @°?e 45028 (4H FTN s 
. Pik My : 1s : se va a ee ee > &® 
. . : : : = | . 1 ; i 
i > [yee ; ve we yse rp ul - 
e ¥ , y . , m Law G7 bce key. Whar nertiaiie 
£ 7 Ae =) (teat +64; q > @ ae ay 
| | rs ips 
é aw Ge v1 2 ae 7 at Nae Tw Dera 


